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 ABSTRACT 
  
This dissertation is an empirical study of the effects of anticipated improvements 
in transportation on expected industrial property rents. Despite the long history of 
industrial development in many parts of the world, there has been little analysis of the 
relationship between transportation and industrial rents. This dissertation examines 
the expected industrial property rents in industrial districts with different distances to 
the landing point in the Hong Kong section of the Hong Kong – Zhuhai –Macau 
Bridge (HZMB).  
 
A questionnaire was used to obtain the opinions and expectations of the 
occupants of industrial properties in Kwai Chung and Kwun Tong. The empirical 
results show that the anticipated improvements in transportation will lead to an 
expectation of a rise in future industrial rents. It was also found that proximity to the 
improvements in transportation is a factor in determining the extent of the effect on 
expected industrial rent: the closer proximity to the improvements, the greater the 
effect on industrial rents. 
 
This study is expected to provide useful insights into the industrial property 
market and also act as a reference to help the market practitioners including landlords, 
tenants and investors to analyze the local industrial property market. 
 xiii
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CHAPTER 1 
INTRODUCTION 
 
 
Background 
 
 It is clear that improvements in transportation can bring many different benefits 
to society. Traditionally, people always link up improvements in transportation with 
the value of residential properties. There is no lack of examples and cases showing 
this kind of relationship, which is well-established. However, the benefits of 
improvements in transportation do not only affect residential properties. It also gives 
value to many other parts of society. One particular area is industrial properties. 
 
 Industrial development in Hong Kong has run a whole cycle, from boom to 
recession and transformation. Industrial development started in the post-war period. 
The development was mainly of light industries, located in districts like Shum Shui 
Po, Cheung Sha Wan and Tai Kok Tsui. It experienced an explosive growth in the 60s 
and 70s. Industrial districts such as Tsuen Wan, Kwun Tong, Tai Po and Yuen Long 
were developed. Yet an economic restructuring in Hong Kong starting in the late 80s 
transformed many primary and secondary industries into tertiary industries. 
Manufacturing output has shown a decline since then. Figure 1 shows the index of 
industrial productions in the past two decades and figure 2 shows the percentage share 
of gross output for the five largest manufacturing industry groups.  
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Fig. 1. Index of Industrial Production. Reprinted from Industrial Production Statistics 
Section, Census and Statistics Department (2003). 
 
 
 
 
Fig. 2. Percentage Share of Gross Output for the Five Largest Manufacturing Industry  
Groups. Reprinted from Industrial Production Statistics Section, Census and Statistics 
Department (2003). 
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Nevertheless, catching up with the growth of industrial sectors, improvements in 
transport have played an important role in assisting Hong Kong to become a world 
class re-export and logistics hub. One may argue that it is the economic environment 
and the laissez faire policy of the government which have contributed most to the 
achievements in the industrial sectors. However, without an efficient transportation 
network intra- and inter-city, Hong Kong industry would not have succeeded. The 
all-round transportation network consisting of air transport, sea transport and land 
transport simply tells its own story. The Hong Kong International Airport is the only 
piece of infrastructure in devoted to air transport, and has had excellent results. 
Victoria Harbour and the terminals facilitate sea transport. It is land transport which is 
the most difficult to establish as Hong Kong faces the sea on all sides except to the 
north, where there is a boundary of about 28km with Mainland China. 
 
The Hong Kong government has made much use of this one and only advantage 
in land transport. The infrastructure for inter- and intra-city transport in Hong Kong 
has increased rapidly, especially after the change of sovereignty to Mainland China in 
1997. Figure 3 illustrates the crosslink framework and some planned highways in a 
consultancy paper of Planning Department in 1999. Hong Kong is becoming more 
and more integrated with the Mainland because of the extensive transport network. 
The Hong Kong Government has planned several new crossing points to supplement 
the three existing crossings, Lok Ma Chau, Lo Wu and Man Lam To. Figure 4 shows 
the three existing crossings. Tables 1, 2 and 3 show the increasing number of goods 
vehicles going through these crossings. The new points include the Shenzhen – Hong 
Kong Western Corridor and the Hong Kong – Zhuhai – Macau Bridge (HZMB), 
which was previously named the Lingdingyang Bridge. 
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Fig. 3. C
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Fig. 4. Locations of the Three Existing B
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eprinted from
 Planning D
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ent (2000). 
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Table 1 
Number of Vehicle Trips by Vehicle Type in 1991, 2001 and 2003 
 
Source: Reprinted from Planning Department (2004). 
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Table 2 
Number of Goods Vehicle Trips by Loading Condition by Direction  
in 1999, 2001 and 2003 
 
Source: Reprinted from Planning Department (2004). 
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Table 3 
Number of Goods Vehicle Trips by Trips Ends in Hong Kong and 
in the Mainland in 1999, 2001 and 2003 
 
 
Source: Reprinted from Planning Department (2004). 
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It may have been the initial intention of the government to encourage the 
different industries in Hong Kong by building more roads to Mainland China. 
However, with the open door and reform policy adopted in China and the rapid 
growth of the Pearl River Delta (PRD), Hong Kong has ironically become the victim 
of these connections resulting in a recession in the industrial sectors due to the mass 
relocation of factories and warehouses to Mainland China where cheap labours and 
low rents can be found easily. Figure 5 shows the city clusters within Pearl River 
Delta region. According to Enright et al. (2003), the Hong Kong Chinese 
Manufacturers Association estimated that 86.1% of its members had set up factories 
on the Chinese Mainland by 2001. Hong Kong would like to take advantage of the 
situation rather than suffer because of it, so Hong Kong has made full use of her 
advantages in transportation to attract the products produced in warehouses and 
factories in China to get access to the rest of the world through Hong Kong. Enright et 
al. (2003) point out that there is a trend that firms from the Pearl River Delta region 
set up offices in Hong Kong to gain access to the international market and to the 
information sources that are available in Hong Kong. According to the Hong Kong 
Trade Development Council, 19.7% of private sector firms surveyed in the PRD 
already had a Hong Kong office.  
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Fig. 5. C
ity C
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ent (2003). 
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The situation now is that many industrial firms have their regional office in Hong 
Kong but their main production line in the PRD. The use of and demands for the 
cross-boundary links are still high. This is a special characteristic of the industries in 
Hong Kong and the PRD. The most important point to note is the logical implication 
that the development of transportation in Hong Kong is closely related to the industry 
in Hong Kong. As stated before, residential properties are well known to be capable to 
capture the effect from improvements in transportation. This dissertation will show 
how the improvements in transportation have affected the industrial properties in 
Hong Kong.  
 
 
Objectives 
 
 Given the special relationship between the industries of Hong Kong and the PRD 
and the opportunities offered by the proposed HZMB, this dissertation aims to study 
the effect of improvements in transportation provided by the HZMB on industrial 
property rents in Hong Kong. This dissertation attempts to give an overview of the 
relationship between them and the objectives of this dissertation are: 
 
1. To review the studies and literature concerning the relationship between 
transportation and industrial rents, and the values and prices of property and 
land. 
2. To investigate whether there is a relationship between anticipated improvements 
in transportation and expected industrial rents and its possible effect on the latter. 
3. To determine whether proximity to the transport facility is a factor in 
determining the extent of the effect on expected industrial rents. 
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After the study, it is expected that the results of this dissertation will provide 
useful insights into the future industrial property market in considering the HZMB 
and other transportation infrastructure in Hong Kong. It can help in forecasting the 
future industrial rent. It can also act as a reference for the market practitioners like 
landlords, tenants and investors in analyzing the local industrial property market. 
 
The forecasts given in this dissertation may be questioned since it uses expected 
industrial rents rather than actual industrial rent. Actual rents may be very useful for 
forecasting the market. Yet the forecasting ability of expected rents is not less than 
that of actual rents, as the rents expected by market participants, the occupants of 
industrial properties in this dissertation, generates a picture of demand and 
expectation in the market. This use of expected industrial property rents in this 
dissertation is not only able to forecast the future industrial property market, but also 
helps in investigating the relationship between actual improvements in transportation 
and industrial property rents. 
 
 
Structure 
 
 The structure of this dissertation is as follows.  
 
 First is the introduction, including the background to and objectives of this 
dissertation, which have already been discussed. Second, there will be a brief 
introduction to the industrial property market in Hong Kong. After that, information 
about the Hong Kong – Zhuhai – Macau Bridge (HZMB) will be given.  
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 A literature review will be carried out in Chapter 4. The literature review will be 
composed of a review of land rent theories, the relationship between transportation 
and industrial property rents, and the relationship between transportation and 
industrial property values, land values and land prices, and the effect of improvements 
or infrastructure in transportation. 
  
 The methodology and hypotheses involving definitions and assumptions and the 
target of study will be discussed. It is followed by the details of the data collection. 
After that, there is the data analysis and the empirical results. Finally, there will be 
conclusions.  
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CHAPTER 2 
THE INDUSTRIAL PROPERTY MAKRET IN HONG KONG 
 
 
The history of Hong Kong’s industry can be dated back to the post-war years in 
the latter half of the 1940s. Hong Kong was basically an entrepot between China and 
the West. The Korean War and the United Nations embargo on trade with China in 
1950s created a crisis in trade. The economy of Hong Kong was directed towards 
manufacturing industries. In the 1960s and 1970s, many different industries emerged 
and started to grow rapidly, for examples, plastic flowers, garments and electronics. 
The demand for industrial warehouses and factories was very high.  
 
In the 1980s, there was a significant change to the Hong Kong economic 
structure. The manufacturing sector became more commercial-oriented instead of 
purely production-based. The service industry also grew fast. The open door policy of 
the Mainland China has offered the cheap labour costs and sufficient land supply to 
Hong Kong industrialists. It was a trend that industrialists moved their main 
production lines to the Pearl River Delta. The industrial property market underwent 
recession, which leads to a decline in the demand for industrial properties. The 
increasing vacancy rate was getting higher towards the 1990s.  
 
In the late 1990s, all property markets in Hong Kong including industrial, 
residential, office and retail were suffered from the financial crisis in 1997 seriously. 
The economic recession hit all the property markets and the prices of all sectors 
dropped significantly from the peak.  
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Here are some statistics. Figure 6 and 7 shows the price indices and rental 
indices for Hong Kong property market in the past 8 years. Table 4 and 5 show the 
relative indices of rents and prices for private flatted factories in 1994 and 2004.  
 
 
 
Fig. 6. Price Indices for Hong Kong Property Market (1997-2004). Rating and 
Valuation Department (2005b) 
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Fig. 7. Rental Indices for Hong Kong Property Market (1997-2004). Rating and 
Valuation Department (2005b) 
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Source: R
ating and Valuation D
epartm
ent (2005b) 
 
R
ental and Price Indices for Private Flatted Factories in 1994 
Table 4 
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Source: R
ating and Valuation D
epartm
ent (2005b). 
 
R
ental and Price Indices for Private Flatted Factories in 2004 
Table 5 
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A continuous drop for about 7 years, industrial property prices and rents started 
to increase in 2004. According to statistics from the Rating and Valuation Department 
(2005a, b), there was a stock of 17,462,500m2 flatted factories and ancillary office 
accommodation in 2003. There was no completion in 2003, and only 800m2 of 
completions, flatted factory space in Fanling, in 2004; and an estimation of 1,200m2 
of completions in 2005. Vacancies stood at 1,844,499m2 or 10.6% of the stock in 2003, 
but dropped dramatically to 1,512,000m2 or 8.7% of the stock in 2004. The take-up 
was about 329,000m2, which was described as “amazing”. Table 6 and figure 8 show 
the completions, take-up and vacancy from 2000 to 2006. The industrial market 
recorded an increase of 32% in property price and 7% in the rental price compared to 
2003. Table 7 shows the transactions in flatted factories from mid-2003 to 2004. 
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Table 6 
Completions, Take-up and Vacancy (2000-2006) 
 
Source: Rating and Valuation Department (2005a) 
 
 
 
Fig. 8. Completions, Take-up and Vacancy (2000-2006). Rating and Valuation 
Department (2005a). 
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Source: R
ating and Valuation D
epartm
ent (2005b)
 
N
um
ber of Transactions and C
onsideration by Property Type (m
id-2003 – 2004) 
Table 7 
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A similar situation was described by CB Richard Ellis (2004 a, b, c, d). The 
industrial market performed well throughout 2004. The three indices, industrial/office 
rental and capital indices, factory rental and capital indices and warehouse rental and 
capital value indices of CB Richard Ellis all stopped falling in about December 2003. 
The three indices started to rise again for the first time since March 2001 and regained 
their levels in 2000 at the end of 2004.  
 
 CB Richard Ellis (2004 a, b, c, d) links the change in 2004 with the 
implementation of the Closer Economic Partnership Arrangement (CEPA). Some 
industrialists relocated their manufacturing base back to Hong Kong after the 
introduction of the second phase of the CEPA. It raised from 374 to 713 the number of 
Hong Kong Origin Products entitled for the zero import tariff treatment when 
exported to the Mainland. More industrialists took advantage of the arrangement and 
set up manufacturing operations in Hong Kong. 
 
 There are some more reasons for rebound in 2004. One of them is the 
announcement of several pieces of infrastructure of benefit to the industrial market, 
for example, the logistics park on 72 hectares of reclaimed land near Siu Ho Wan on 
Lantau, and the proposal for a new Container Terminal in Hong Kong as well as the 
land transportation infrastructure projects.  
 
 The industrial property market in Hong Kong can also be analyzed according to 
geographic location. Table 8 shows the average rent and price for private flatted 
factories in Kowloon, the New Territories and Hong Kong Island in 2004. Kowloon is 
the area leading the increase in both rents and prices. Kowloon can be regarded 
similar to the Central Business District of the commercial sector. Occupants in 
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Kowloon have relatively higher rents but they enjoy the advantages offered in the area. 
In this dissertation, two particular districts in Kowloon are to be mentioned here. They 
are Kwai Chung and Kwun Tong. The following is a brief introduction to each of the 
two districts. 
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Source: R
ating and Valuation D
epartm
ent (2005b) 
 
Average R
ent and Price in K
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loon, the N
ew
 Territories and H
ong K
ong Island in 2004 
Table 8 
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Kwai Chung 
 
Kwai Chung is one of the districts in Kwai Tsing, which is situated in the 
southwest New Territories. Kwai Chung District (with an area of 1,023 hectares) and 
Tsing Yi Island (with an area of 960 hectares) are the two districts in Kwai Tsing. The 
population is about 486,000. It is the home of one of the world's busiest container 
ports. Many of the territory's most important infrastructure projects, including the 
Airport Railway, Route 3 and Lantau Link, are in the district. With the completion of 
these projects, the district has become the focal point of traffic linking the New 
Territories and other parts of Hong Kong. It is an industrial district developed very 
early and remains one of the leading industrial areas in Hong Kong because of its easy 
access to different highways and container terminals.  
 
Kwun Tong 
 
 Kwun Tong is situated in the eastern part of the Kowloon Peninsula, and its 
boundary stretches from Lion Rock in the north to Lei Yue Mun in the south, and 
from the winding paths of Kowloon Peak in the east to the north coast of the old 
Airport (Kai Tak) runway in the west. It has a population of 565,000 and its total area 
is about 1,130 hectares. The south-west of Kwun Tong has been designated for 
industrial purposes. Recently, owing to transformation of industries and the relocation 
of production lines and plants to the Mainland, some vacant industrial buildings have 
been converted for use as offices. According to the statistics for September 1999, a 
total of 3,464 factories were still in Kwun Tong, employing 35,423 workers. 
  
 The two districts are to be examined in this dissertation because of their 
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difference in geographic location, although they are both situated in Kowloon. Kwai 
Chung is in the western part of Kowloon, so it is close to Tsing Yi and Lantau Island. 
Kwun Tong is in the eastern part of Kowloon and much further away from Lantau 
Island.  
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CHAPTER 3 
THE HONG KONG – ZHUHAI – MACAU BRIDGE (HZMB) 
 
 
The Hong Kong – Zhuhai – Macau Bridge (HZMB) has a long history and has 
caused great controversy. It was back to 1983 that Gordon Wu, Chairman of the 
Hopewell Group of Hong Kong proposed to build a bridge connecting Zhuhai and 
Hong Kong, which was the Lingdingyang Bridge. After that, many government 
officials and scholars have expressed their views and proposals regarding the bridge. 
What made the matter more complicated was is the involvement of many more places 
linking to the bridge (Li 2003). It was not until the formation of the Hong Kong – 
Zhuhai – Macau Bridge Advance Work Coordination Group in 2003 that the project 
began to take shape. The results of the feasibility study for the HZMB are coming 
close to be being ready for release, hopefully in the first quarter of 2005.  
 
The HZMB would shorten the distance from Hong Kong to Macao and Zhuhai to 
30 km, and reduce the journey time to about half an hour. As a result, the PRW would 
lie within a 3-hour transport network radiating from Hong Kong as its centre. 
According to the forecasts in the study report, taking into account induced demand, 
the passenger flow of the HZMB would be 33 - 41 million in 2010, and would rise to 
45 – 65 million in 2020. The containerized cargo demand and breakbulk cargo 
demand would be 1.7 – 2.6 million TEUs and 1.1 – 1.9 million tonnes respectively in 
2010, and 2.6 – 4.4 million TEUs and 1.6 – 2.9 million tonnes respectively in 2020 
(Legislative Council 2003a). 
 
Legislative Council (2003d) reported the study in “Transport Linkage between 
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Hong Kong and Pearl River West” (PRW) commissioned by the National 
Development and Reform Commission (NDRC), and the Hong Kong Special 
Administrative Region Government (HKSARG) that there is a need for the transport 
link for the following reasons: 
 
(a) More direct connection with the west bank of the PRD 
 (b) Emerging opportunities in the West Bank 
 (c) Drastic cut in transport cost and travelling time 
 (d) Reinforcing Hong Kong’s status as an international shipping 
and aviation centre 
 (e) Promotion of regional tourism 
 
The landing point in the Hong Kong section has been discussed for a long time. 
Three possible sites for landing are assessed in the report. Legislative Council (2003d) 
suggests that North West Lantau is the best choice for the following reasons:  
 
(a) the proposed landing points are in closer proximity to the Hong Kong 
International Airport and the future Hong Kong Disneyland, and can bring cross 
boundary traffic directly to these destinations through a shorter connecting 
infrastructure;  
(b) a landing point at North West Lantau is found to have comparatively less 
environmental impact; and 
(c) the existing road network can cope with the additional traffic generated by 
the HZMB when it opens. The network can also be improved incrementally in 
the longer term as traffic builds up. It is anticipated that our receiving road 
network including the North Lantau Highway and Lantau Link can adequately 
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handle this amount of traffic from the HZMB. 
 
 Figure 9 and Figure 10 are the preliminary designs connecting the HZMB with 
Northwest Lantau attached to the preliminary report of Legislative Council (2003c).
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Fig. 9. The Prelim
inary D
esign C
onnecting the H
ZM
B
 w
ith N
orthw
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ouncil (2003c). 
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Fig. 10. The Preliminary Design Connecting the HZMB with Northwest Lantau. 
Legislative Council (2003c). 
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The Governments of Hong Kong, Macao and Guangdong have set up a Hong 
Kong – Zhuhai – Macao Bridge Advance Work Coordination Group (Coordination 
Group) to take forward the advance planning for the HZMB. The first meeting held 
on 29 August 2003 agreed to proceed with the project as quickly as possible, and to 
commission feasibility studies on various subjects, including economic benefits, 
alignment, environmental impact and hydrology. On completion, these studies will be 
submitted to NDRC for approval by the State Council to create a project item for the 
construction of the HZMB. The landing points of the HZMB, the financial 
arrangement and others details of the project are expected to be finalized in the next 
few meetings of the Coordination Group. (Legislative Council 2003a) 
 
Although the feasibility study has not yet been released, Hong Kong Government 
officials including the Secretary for the Environment, Transport and Works, Dr Sarah 
Liao and the Acting Chief Executive Donald Tsang confirmed, in public speaking in 
early March 2005, that San Shek Wan in Northwest Lantau has been chosen to be the 
landing point in the Hong Kong section. It will link up with the North Lantau 
Highway and then through the Tsing Ma Bridge to reach Kowloon and Hong Kong 
Island. Dr. Sarah Liao also confirmed in March 2005 that the expected budget is about 
31.5 billion RMB. (Mingpao Daily. 12 January, 9 March 2005) 
 
 33
CHAPTER 4 
LITERATURE REVIEW 
 
 
Introduction 
 
In this dissertation, the focus will be on the effect of improvements in 
transportation on expected industrial property rents. Industrial development has a very 
long history in many countries, and is mainly relied on before the emergence of other 
business sectors like commence and tourism. Studies on the industrial sector are 
numerous and cover the long history of industrial development. One of the most 
important areas to study is industrial properties. The interest in industrial properties is 
increasing as they are regarded as investments. Landlords and occupants are more 
aware of the effects of industrial properties on their core business. However, the 
research on industrial properties is limited. 
 
Ambrose (1990) explains that “little work exists in the area of examining 
industrial properties is due to the lack of information concerning these properties. 
Problems with collecting data and small sample sizes hamper the study of industrial 
property, so industrial property is ignored in the literature.” Buttimer, Rutherford, and 
Witten (1997) agree that “data scarcity accounts for the lack of research into industrial 
rents.” 
 
Within the limited literature on industrial properties, most of them analyze the 
industrial properties from a broad and general point of view. Compared to the 
literature on commercial and residential properties, those on industrial properties are 
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not specific enough to have a deep analysis on one or two variables. Previous research 
focuses primarily on determinants affecting industrial property values, land values or 
land prices, while very few of them focus on industrial property rents. These studies 
may be able to cover a pool of variables in physical, location, financial and economic 
characteristics that determine the relative industrial property values, property rents, 
land values or land prices. Yet there is little study of a particular variable to show how 
it may affect industrial property. The extent and importance of the effect is ignored.  
 
Despite the lack of in-depth analysis on particular variables, previous work has 
some merits. Based on the previous literature, it is suggested that one of the 
determinants of industrial property values, property rents, land values or land prices is 
location. Although location is a broad term and the definitions vary among researchers, 
they imply that location factors including transportation cannot be neglected in 
relation to industrial properties. This dissertation concentrates on the way in which 
improvements in transportation affect industrial property rents. 
 
Very few studies have addressed the issue of improvements in transportation 
related to industrial property rents. The relationship between them is not established. 
There is also no similar studies in Hong Kong despite the industrial sector 
experiencing a boom in the past few decades and recession in the past few years. The 
special characteristics of the industrial market in Hong Kong with neighbouring 
mainland China, and the continual improvement and advancement of the 
transportation network in Hong Kong provide good opportunities to study this effect. 
 
Given that there is no similar literature available to justify the reasoning of the 
study on effect of improvements in transportation on industrial property rents, this 
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literature review will be categorized into four different parts, namely, land rent theory, 
the relationship between transportation and industrial property rents, the relationship 
between transportation and industrial property values, land values and land prices, and 
the effect of improvements or infrastructure in transportation.  
 
The first strand of studies includes the models related to land rents. Alonso’s land 
rent model (Alonso 1960, 1965) will be reviewed. In addition, Haig’s theory of land 
rent (Haig 1926) will be highlighted. 
 
The second strand of existing studies analyzes the relationship between location 
and industrial rents. The studies of Sivitanidou and Sivitanides (1995) and Dunse et al. 
(2002) will be reviewed. They are followed by the key findings of a number of 
relevant empirical studies.  
 
The third strand of relevant literature concerns the relationship between location 
and industrial property values, land values and land prices. Some related studies will 
be highlighted while the focus will be on the study of Fehribach, Rutherford, and 
Eakin (1993).  
 
The other relevant literature concerned the effect of improvements or 
infrastructure in transportation had on properties other than industrial. The study of 
McDonald and Osuji (1995) will be reviewed in particular. 
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Land Rent Theory 
 
Robert M. Haig was one of the first economists to study the relationship between 
land rents and transport costs. His theory plays an important role in explaining and 
developing the land rent model in the future. Many economists have used Haig’s 
model as a basis for their own models on land rent. William Alonso is one of those 
who studied Haig’s model and developed his own model from it. Many models 
concerning land rents and transport costs are derived from the models of Alonso and 
Haig. 
 
Alonso (1960, 1965) derives the model from von Thunen’s model and Haig’s 
model, It assumes that a single-centre city, on a featureless plain, with transportation 
in all directions. There is a single market where farmers’ products will be sold and all 
products will be transported and sold only in that market. If the farmer produces at a 
certain distance from the central market, his cost will be the production cost plus the 
transportation cost. The profits derived by the farmers are tied directly to their 
location. Therefore, the slope of the profit curve against distance from market will be 
negative. Since the gap between revenues and costs is the economic rent which will in 
turn become the rent paid to the landlord, farmers will bid rents for land according to 
the profitability of the location.  
 
Due to keen competition among farmers, farmers bid against each other for more 
profitable locations, until farmer’s profits are everywhere the same (the normal profit). 
The set of bid rent functions is developed for each farmer. Competition also ensures 
that all surplus profits go to the landlord in the form of land. The equilibrium rent at 
any location is found by comparing the bids of various potential users and choosing 
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the highest. The land use pattern is determined by the ability of bidders to pay the 
rent. 
 
Based on the agriculture model, Alonso (1960, 1965) extends this model to 
business, which includes the business of industries. The businessman will decide on 
his location and on the amount of land he wishes to occupy in such a way that he will 
make the greatest possible profit. The profit now becomes the remainder from the 
volume of business after deducting operating costs and land costs. The volume of 
business and operating costs of a firm varies with location, although not as simply as 
the relationship with transport costs in agriculture. Alonso (1960, 1965) deduces that 
“bid price functions for business in general will slope downward.” The bid price 
function describes prices that firms would be willing to pay in order to make that 
particular profit. And the slope will be such that an increase in land costs is just equal 
to the business gain plus the decrease in operating costs.  
 
Apart form the negatively-sloped bid price curve, Alonso (1960, 1965) has 
another findings. One further application of the general theory of land rent concerns 
the effects of technical improvements in transportation on residential properties. One 
of the effects is that it reduces the transportation costs. In a graphical sense, it results 
in a gentler bid price curve. Alonso (1960, 1965) concludes that “given a technical 
improvement, then, the new price at that location would represent a higher level of 
satisfaction than the lower price before the improvement. Thus, if we view the price 
structure as a generalized bid price curve, technical improvements could raise the 
price of land at the same time as satisfaction.”  
 
Alonso’s theory draws the criticism that industry serves regional and national 
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market that revenue will not vary much according to spatial location within a city 
(Dunse et al. 2002). Moreover, Alonso’s theory is not comprehensive enough to 
capture all the considerations in reality so as to explain the land use pattern nowadays. 
The theory’s has neglected a number of determinants affecting the location pattern of 
industrial firms, like physical and financial factors. It is only about the marginal costs, 
benefits and operating costs.  
 
Although Alonso’s theory is subjected to some criticisms, the basic principle of 
the land rent theory is widely accepted. The relationship between transportation costs, 
location and land rent can be explained by the theory, which says that the additional 
profits the firms gain at a particular distance from the market will eventually become 
the rent paid to landlords due to competition.  
 
Well before Alonso, Haig (1926) develops the theory concerning the relationship 
of rents and transportation cost. It is claimed that site rents and transportation costs 
have complementary character. Haig (1926) suggests that “rent appears as the charge 
which the owner of a relatively accessible site can impose because of the saving in 
transportation costs which the use of his site makes possible.”   
 
Movement of people or goods is a costly process. The theory suggests that site 
rents and transportation costs are closely connected through the relationship of 
friction of space. Transportation is a means of reducing friction at the cost of time and 
money. The theory explains the economic activity in seeking location such that, as it 
approaches the centre, site rents increase and transportation costs decline. As it moves 
away from the center, site rents decline and transportation costs increase. It is 
suggested that land prices fully capitalize the benefits received by highway users. 
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Haig (1926) concludes by examining the clothing trade and newspaper printing 
industry to support his/her arguments.  
 
Alonso (1965), however, argues that whether the improvement in transportation 
will increase or diminish the aggregate rents would depend on the net effect of the 
price elasticities of the various consumers. Another criticism is that Haig (1926) 
neglects the size of sites. The costs of friction is a valid criterion for location only in 
cases when revenue and all other costs are constant.  
 
Nevertheless, Haig’s and Alonso’s land rent theories form the bases on which 
empirical studies and findings appear to illustrate the determinants of land values and 
rents, although the later studies on the relationship between improvements in 
transportation and land rents mostly focus on the residential sector. They are the bases 
for this dissertation to study the effects of improvements in transportation on 
industrial rents.  
 
 
The Relationship between Transportation and Industrial Property Rents 
 
Very few studies attempt to address themselves to the industrial property rent 
determinants. Previous research focuses mainly on determinants of industrial property 
values, land values or land prices instead. However, studies on industrial property rent 
determinants are important in that they generate a clearer picture of how the location, 
transportation and physical characteristics can affect industrial rents. Two studies, 
Sivitanidou and Sivitanides (1995), and Dunse et al. (2002) will be discussed, while 
some other related studies will be highlighted. 
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Sivitanidou and Sivitanides (1995) explore an integrated view of the relationship 
between location and industrial real estate rents within decentralized metropolises. 
The empirical model, which estimation relies on ordinary least square (OLS), 
employs the property-specific attributes and location attributes including a set of 
industrial firm amenities and industrial district-specific worker amenities.  
 
The set of industrial firm amenities incorporates three variables. The first one is 
the freeway density as measured by freeway miles per square mile of zoned land in 
the city or industrial district in which each property is located. This variable is 
intended to capture differences across districts in access to transportation facilities. 
The second one is the presence of expressway intersections within or at the boundary 
of industrial districts under consideration to study the importance of such freeway 
junctions. The third one is the distance from the centroid of the city or district in 
which each property is located to the closest of three major airports within Greater 
Los Angeles. This examines the effect of the proximity of an airport.  
 
Using data of 461 properties distributed across 57 industrial districts along the 
Los Angeles City or city district boundaries, the study indicates that amenities for the 
firm can have significant effects on the rental rates achieved by industrial properties. 
It is suggested that the statistical significance and expected positive signs of the 
freeway and intersection variables indicate that manufacturing firms within Greater 
Los Angeles do value freeway access and proximity to major freeway junctions. The 
statistical significance and expected negative signs of the airport variable verify the 
importance of proximity to airports in intra-urban industrial pricing.  
 
Sivitanidou and Sivitanides (1995) conclude that “major freeways or airports 
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appear to generate considerable compensating variations in industrial rents.” It is also 
suggested that future research should place greater emphasis on the role that these 
factors play in the manufacturing locations and pricing process as well as their 
differential effects.  
 
Another notable empirical analysis is contributed by Dunse et al. (2002). Based on 
Alonso’s (1964) and Di Pasquale and Wheaton’s (1996) results showing a declining 
rent gradient from the central business district (CBD), Dunse et al. (2002) attempt to 
use the framework of comparative static models of the urban land use market to 
examine the intra-urban spatial pattern of the rents of industrial properties.  
 
The data comprises a comprehensive core of all individual industrial properties 
in Scotland. A total of 429 asking rent observations for new lettings, located within 
recognized industrial estates were collected spanning the period 1994-1998. A 
hedonic regression model is developed to test for the role of distance in the spatial 
variation of rents. The chosen study area is Glasgow, the largest city in Scotland.  
 
The model captures the location characteristics in three dimensions. First, by 
distance from a central point within the city of Glasgow, measured as the straight-line 
distance in kilometers from the city centre, and second, the distance to the nearest 
major trunk road/motorway junction, assuming that occupiers who want to be located 
close to a motorway junction will be willing to pay a premium for that benefit. The 
last one is a dummy variable used to identify the location of each industrial unit 
relative to the River Clyde, which is a natural barrier to movement around the city. 
The existence of this variable is due to the fact that a bridge has to be crossed to travel 
from one side of the city to the other. It is expected that it is easier to access the city 
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from the south due to better transport infrastructure.  
 
From the result, Dunse et al. (2002) suggest that location appears to have a major 
influence upon the rent, since all location variables included are significant and the 
signs are expected. The arguments for a negative rent gradient from the city centre are 
upheld, although the effect suggests a very shallow rent gradient. Secondly, the 
theoretical significance of distance to the nearest motorway junction is also upheld. 
The coefficient suggests that as the junction is approached from the boundary limit of 
2.4 km the rent increase is 12.4% per kilometer. Lastly, the location relative to the 
River Clyde is also significant. This result is as anticipated given the poorer transport 
links to the north of the city.  
 
The empirical results of Sivitanidou and Sivitanides (1995) and Dunse (2002) 
both suggest that the location characteristics including proximity to freeway, 
motorway intersections and airports contribute to and explain industrial rents. They 
have implications for how transportation affects industrial rents. However, there are 
few such studies. Schmenner (1981) suggests, from the result of questionnaires, that 
expressway access is an important factor for manufacturing renters in their choice of 
locations. A shorter distance from expressway generally results in higher rents On the 
other hand, however, it is suggested that expressway access does not contribute to 
higher rent but, surprisingly, a lower rent for the manufacturing property owners.  
 
There are some other studies attempting to examine transportation and industrial 
rents, but their results contradict the above. Ambrose (1990) and Buttimer, Rutherford, 
and Witten (1997) use the presence of railway sidings and rail availability to study 
their effect on industrial property rent. The former study finds that the presence of 
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railway siding is a factor but again an unexpected negative relationship is established. 
The latter suggests that there is no significant relationship between railway sidings 
and industrial rents. However, this may be due to the fact that rail siding is regarded 
as physical variable rather than location variable, and it is less relevant than the 
road-transport-related highway access and intersection. 
 
Nevertheless, some studies clearly document the relationship between 
transportation and property rent. This dissertation attempts to study the effect of 
improvements in transportation on industrial property rents.  
 
 
The Relationship between Transportation and Industrial  
Property Values, Land Values and Land Prices 
 
There is much more literature about industrial property values, land values and 
land prices than about industrial rents. Although they are not directly in line with this 
dissertation concerning industrial rents, but property values, land values or land prices. 
Thompson and Tsolacos (2001) provide empirical evidence from the U.K. to show 
that a close link can be expected between industrial property rents and industrial land 
prices. Industrial land prices or values have an effect on property prices and local 
rental rates. The effect is not always constant but appraisers may use land values as an 
indicator of future rental rates. Changing land prices can affect the expectations of 
agents in the industrial market regarding the future values of new buildings and rents 
in the leasing markets. Therefore, literature on industrial property values, land values 
and land prices still has an implication on industrial rents and is of interest to this 
dissertation. 
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Early work from Hoag (1980) and Ambrose (1990) give some insights into the 
topic of determinants of industrial property valuation. Hoag (1980) attempts to use 
industrial property to develop an index of real estate values and return. The study tests 
the significance of property characteristics, national and regional economic indicators 
and location variables. Location variables were found to be significant. Yet it is 
criticized that these variables are not well defined in the study (Dunse et al. 2002).  
 
Ambrose (1990) analyzes various light industrial property characteristics to 
examine explicitly which characteristics are associated with warehouse and light 
manufacturing rents and values. It is suggested that railway siding is statistically 
significant and the sign is as expected. Asking prices tend to be higher if railway 
siding is present. However, it is criticized that it purely concentrates on property 
specific factors and ignores location variables (Dunse et al. 2002). It only posited a 
relationship between physical characteristics and industrial property values but not 
covering the location variables (Buttimer, Rutherford, and Witten 1997). 
 
Ambrose (1990) and Hoag (1980) give rise to the work of Fehribach, Rutherford, 
and Eakin (1993), who recognizes the shortcomings of the work of Ambrose and 
Hoag. This study extends the research to further refine a hedonic pricing model for 
industrial sales by taking account of location specific variables. It investigates the 
relationship between various factors including physical, locational, financial and 
economic variables, and the asking price of industrial buildings.  
 
Fehribach, Rutherford, and Eakin (1993) focus on estimating a pricing model, 
using Ordinary Least Squares (OLS) and Weighted Least Squares (WLS), to explain 
the sales price of industrial properties in Dallas/Fort Worth. Their data is from the 
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sales of 170 industrial buildings in the Dallas/Fort Worth area in between 1987 and 
1991.  
 
Railway siding, as one of the physical variables, is used to study its effect on property 
values, with the expectation that its presence will increase prices. Two location 
variables are included in the study. The first one is the county the property is located 
in. It is suggested that Dallas is larger, and has larger manufacturing and distribution 
industries and therefore prices will tend to be higher. Another variable is the distance 
directly measured from the industrial building address to the center of the Dallas/Fort 
Worth Airport. Since the air transportation of industrial products and components has 
become a primary consideration for locating manufacturing and distribution facilities, 
the greater distance from the airport is considered likely to decrease sales price of an 
industrial building. 
 
The results of the analysis are in line with those of Hoag (1980) and Ambrose 
(1990). Railway siding and the two location variables are statistically significant and 
have expected sign. Fehribach, Rutherford, and Eakin (1993) conclude that all of 
them have an effect on industrial property values. Further research must be done to 
enhance the predictive abilities of the model. 
 
In addition to these studies, there are some other studies about the industrial 
property values, land values or land prices. Here are their key findings. Lockwood and 
Rutherford (1996) find that distance to airport, distance to the nearest major road and 
access to the rail network all significantly affect industrial property value, although 
the distance to CBD was not found to be significant; Kowalski and Paraskevopoulos 
(1990) suggest that distance to the border of the submarket significantly affects urban 
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industrial land prices and indicates that a negative exponential value gradient exists in 
this industrial acreage submarket;  Colwell and Munneke (1997) agree that industrial 
land prices are found to rise for parcels increasingly close to the airport, but only 
within a 3-mile radius, and the distance to CBD is also significant;  
 
The above studies indicate that location is a crucial factor in industrial property 
values, land values and land prices, although the effect may have different extent in 
regard to the distance to CBD, distance to airport, distance to border and proximity of 
railway siding.  
 
 
Effects of Improvements or Infrastructure in Transportation 
 
The focus of this dissertation is the effects of improvements in transportation. 
According to the literature listed above, the location and transportation variables do 
affect prices and values, but the crucial issue is how an improvement or infrastructure 
in the transportation system may affect the industrial property rents or land values, the 
question is why and to what extent this happens. Studies having a deeper analysis of 
the relationship between improvements in transportation and land values or property 
rents are not difficult to find, but most of them deal with residential or commercial 
properties and land, seldom with industrial ones. Yet some implications can be drawn 
from these studies. 
 
One particularly relevant study is from McDonald and Osuji (1995). This is an 
empirical study of residential land values in the vicinity of the new elevated transit 
line that runs the 11 miles from downtown Chicago to Midway Airport. The new line 
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opened in Chicago on 31 October 1993. However, it had generated measurable effects 
on the value of real estate in its vicinity well before the opening date. McDonald and 
Osuji (1995) attempt to measure these effects on the market for residential land.  
 
McDonald and Osuji (1995) quote an early work by Anas (1982), who works on 
a simulation of the Indiana Harbor Belt (IHB) project which is similar to the actual 
Midway Line. The simulation has two notable results. The first one is a 10% average 
increase in housing rents within one-half mile to station. The second is that housing 
rents in zones nearer to downtown increased more. McDonald and Osuji (1995) base 
their findings on Anas (1982) results and explain that “if the housing market were 
operating with full classical efficiency, anyone who lived adjacent to a station who 
does not travel downtown would have to outbid those who do travel downtown, and 
thus pay housing rents that capture the entire travel cost saving”. 
 
Since the opening of the line had been anticipated in the residential land market, 
one major purpose of the study of McDonald and Osuji (1995) is to test the 
hypothesis that residential land values would reflect the improvements in 
transportation prior to the opening of the transit line. The empirical estimation of the 
effect of the actual improvements in transportation on residential land values used 
three methods – the simple before-and-after method, the cross-section method, and 
the generalized before-and-after method. Proximity Data is from the estimated land 
values of 79 residential blocks located up to 3 miles from the stations in 1980 and 
1990. The year 1980 is used as the “before” time period as the intention to build the 
Midway Line was announced in 1979. The public in 1980 knew that Midway Line 
might be built but the construction and the sites for stations were uncertain. The year 
1990 is used as the “after” time period as the Midway Line was under construction at 
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that time and the station sites were known to the public.  
 
The empirical results from the generalized before-and-after approach are that the 
increase in residential land values within one-half mile of a Midway Line station is 
17.4% and the increase from improved transportation service is 1.9% per mile of 
distance from downtown Chicago for those sites within one-half mile of the stations. 
It is suggested that the net effect of proximity to the station site on residential land 
values captures the benefits for households of the improved transportation service. 
The results from the simple before-and-after approach and the cross-section approach 
are seen to underestimate the effects and therefore to be unreliable.  
 
The increase of 17.4% three years prior to the opening of the transit line 
translates into a 20.1% increase on the opening day. However, the increase is not very 
high, given, by Anas (1982), that average increase in housing rents is already 10%. 
McDonald and Osuji (1995) suggest three explanations. First, the land market in 1990 
had only adjusted partially to the Midway Line. Full adjustment may not occur until 
after the transit is open and commuters know exactly the quality of the service that is 
being provided, even though the fares and quality of service should be estimated 
based on performance of those other transit lines. Second, a more complex 
relationship exists between the increases in housing rents and land values. The last 
reason is that a discrepancy exists between the simulation project by Anas (1982) and 
the actual project.  
 
McDonald and Osuji (1995) study the effect of the improvements in 
transportation before the transport actually under construction and before opening. 
This is similar to the improvements in transportation in this dissertation, that is, the 
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proximity of the HZMB, which is still an anticipated improvement, although the 
impact is more likely to be in industrial rather than the residential ones. 
 
 Studies are rarely about industries. One of the related studies is Weisbrod and 
Treyz (1998), who point out that highway system improvements can reduce business 
costs of current operations, or provide new opportunities for production economies 
associated with expanded operations. The reduced business costs include travel costs 
for existing trips and logistic costs. Reduced travel times for trucks and on-the-clock 
business travel lead directly to cost savings and hence productivity benefits for 
businesses. Weisbrod and Treyz (1998) emphasize that “industrial location is a central 
strategic decision for manufacturing firms, and location relative to highway 
connections can represent an important basis for the long-term competitiveness of the 
production that takes place at a given establishment.” For most industries, the cost of 
highway transportation may be relatively small compared to other costs. Only by 
consideration of total logistics costs can fully capture the importance of highway 
transportation to industrial production. 
 
In other sectors, Cervero and Susantono (1999) suggest that, using Jakarta as a 
case study, accessibility to freeways gets significantly capitalized in Jakarta’s office 
real estate market, with rent premiums decreasing exponentially with distances to 
interchanges, which means that rent premiums fell with distance at a decreasing rate. 
Chau and Ng (1998) examine the effects of improvement in public transportation on 
the residential price gradient along the route of Kowloon-Canton Railway (KCR) in 
Hong Kong. It is suggested that because of people’s expectation, it is possible that 
part of the effects of the improvement would have been reflected in property prices 
before the actual modernization of the KCR was completed and it took time for the 
 
 50
full capture of the effect on price levels. The results suggest that improvement in 
public transportation has a negative effect on the price gradient along the railway line. 
 
Martin and Rogers (1995) classify transport infrastructure that facilitates 
domestic trade as domestic infrastructure. The building of a harbour or of an 
international airport, or the improvement of the trade administration or of the 
international telecommunication system would be interpreted as improvements in 
international infrastructure. It is suggested that both imports and exports of industrial 
firms are facilitated in both cases. An improvement in domestic infrastructure in one 
country will imply a relocation of firms to that country.  
 
These studies suggest that land values or rents are likely to capitalize 
transportation costs savings realized through increased accessibility. Goldberg and 
Chinloy (1984) point out that improvements in transportation have two opposite 
effects on land; a positive effect on land values by increasing the accessibility of sites 
within their service area and a negative effect on land and buildings in close proximity 
to the investment because of noise, air and visual pollution. Besides, Wheaton (1977) 
point out that proposed urban transportation investment can have a direct impact on 
the land market as well as causing secondary induced changes. Therefore, it is 
necessary to make it clear that what kind of benefits from the improvements in 
transportation is the focus and how to distinguish them from the rest of the effects.  
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CHAPTER 5 
METHODOLOGY AND HYPOTHESES 
 
 
Introduction 
 
The objective of this dissertation is to examine the impact of improvements in 
transportation provided by the HZMB on industrial property rents in Hong Kong. 
According to Fellows and Liu (1997), methodology describes the methods by which 
the research can be carried out. A “DATA” approach is to be used: 
 
D Definitions of the main term involved. To decide explicitly the definitions to 
be adopted and why they have been adopted. 
A The Assumptions which are made and the justification for them. Their 
consequences and what occurs when any assumptions are relaxed. 
T Research and review of Theories, principles and literature relating to the 
subject matter of the research. 
A Evaluation of what Analyses may be carried out with respect to data 
available, the objectives and any hypothesis. 
 
In the subsequent section, the definitions of the main terms will be listed, while 
the assumptions made will also be clarified and explained. The review of theories, 
principles and literature has been carried out in the previous chapter. The target of 
study will then be discussed, while the hypothesis and the details of the analysis will 
be discussed in the last section. 
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Definitions and Assumptions 
 
According to Holmes (1948), “Industrial property may be defined as the land, 
structural improvements, and equipment connected with a particular property which is 
being used for the conversion of materials into finished manufactured products. 
Broadly speaking, warehouses and minor processing plants of all kinds are included 
in the category of industrial property.”  
 
For the purposes of this study, industrial property is defined as the space for 
firms doing business in industries including electronics, garment, manufacturing and 
plastic and for the warehouses and plants connected to these related uses. Although 
some industrial firms may have a certain amount of office, they are regarded as 
industrial firms as long as their core business is industrial related. 
 
The anticipated improvements in transportation are defined as the advantages 
brought by the HZMB. Although there may be some other transportation 
infrastructure projects bring built and improvements in transportation planned in 
Hong Kong, the scope of this study would be too wide if all the improvements in 
transportation were included and examined in this study. Therefore, only the benefits 
brought by the HZMB will be considered. It is critical to distinguish and separate the 
effects of transportation advantages derived from the HZMB and those provided by 
other projects. Cares has been taken in the collecting of data to make this distinction. 
 
One of the assumptions made is that the landing point of the HZMB in the Hong 
Kong section is assumed to be on Northwest Lantau Island. Although the details of 
the feasibility study have not been released yet, the preliminary study and report of 
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the HZMB (Legislative Council 2003b) suggest the choice of San Shek Wan in 
Northwest Lantau. Yi O and Peaked Hill in Southwest Lantau would use up the 
potential site for Marine Park, and Black Point in Tuen Mun is a major feeding ground 
for denser population of dolphins, so these places are unlikely choices. Government 
officials have confirmed the landing point as being in San Shek Wan in March 2005. 
Therefore, it is a valid and reasonable assumption that the landing point is on 
Northwest Lantau.  
 
If the landing point is on Northwest Lantau, it will easily connect to the North 
Lantau Highway which leads to the Tsing Ma Bridge. The Tsing Ma Bridge will give 
direct access to the HZMB. If the assumption is relaxed or the actual landing point is 
outside Lantau Island, the findings and results of this study will be distorted and less 
valid. However, this study could be adapted to refer to a new landing point if one 
outside Lantau were chosen. For example, if the Black Point in Tuen Mun were 
chosen as the landing point, the direct effect of the HZMB would be on Tuen Mun 
instead.  
 
Another assumption is that the toll on the HZMB is reasonable, reasonable in the 
sense that the potential users are able to anticipate and accept. The level of toll may 
depend on two factors. The first is the financing of the construction of the HZMB and 
the second is the running, management and maintenance cost of the HZMB when it is 
in use. Since the HZMB will be a cross regional transport facility and serve not only 
industrial users, but also individuals, travelers and other businesses, different regions 
may have different policies concerning the finance of the HZMB as well as the toll 
charged.  
 
 
 54
The assumption is that the level of toll will be regarded as reasonable by the 
potential users, and that they can estimate the cost saved and time saved and strike a 
balance between them. It is a reasonable assumption since market forces will drive the 
toll to a balance point. Many studies on transportation infrastructure do not take tolls 
into account, one exception being Martin and Rogers (1995) who do mention the 
financing of the improvement and its effect on taxation and industrial relocation. If 
the toll is set too high, eventually it will not only take all the money saved in 
transportation cost and time, but also insert a premium on the users. If, for example, 
the governments involved decide to make a profit from the HZMB, the effects of the 
HZMB will be not as great as estimated here. However, this study assumes that this is 
not the case. 
 
 
Targets of Study 
 
The target group of this study is the occupants of industrial properties. The two 
areas of study are Kwai Chung and Kwun Tong. This study only examines the effects 
of the HZMB on these two areas. Other areas have also been considered. Yet Kwai 
Chung and Kwun Tong have being chosen for two reasons.  
 
First, the two areas are reasonably far apart, they are of different distances to the 
HZMB. Kwai Chung in Kowloon is more accessible to the Tsing Ma Bridge which is 
an access to the HZMB, while Kwun Tong is less accessible to the HZMB because it 
is comparatively further away from Lantau. The effect of proximity to the HZMB on 
industrial property rents can be examined by the study of these two areas. Second, 
Kwai Chung and Kwun Tong are two major industrial zones in Hong Kong. They 
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have a large number of industrial properties, so the number of occupants is large 
enough to give adequate data for study.  
 
It is not a matter whether the occupants are tenants or owners of the industrial 
properties. Although there may be a difference between tenants’ and owners’ 
perceptions, it is shown in Schmenner (1981) that renters and owner occupants have 
different opinions on some issues. It is not the focus of this dissertation to distinguish 
these different views. As long as the number of samples is sufficient, the trend can be 
analyzed.  
 
The size of the firms is also not a concern. A larger firm occupying more floor 
space may enjoy a long rent-free period or even a relatively lower rent. However, if 
the size of the firms were restricted in this study, there would be bias in the result as 
an actual open market is comprised of a variety of firms of different sizes.  
 
Whether the occupants have business in China may affect their views on the 
matter. However, this dissertation is not specifically about those who do business in 
China. Again, since the actual open market is affected by all types of occupants, any 
changes in the prices or rents in the market will be driven by those who do business in 
China as well as those who do not. Therefore, to prevent any bias in the result, this 
dissertation will not be restricted as to the types of occupants, as long as they are 
settled in the areas studied. 
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Hypotheses 
 
From the previous literature, it can be seen that there are various facets of in the 
relationship between transportation and industrial land and property. Nevertheless, the 
key focus of this dissertation is on the relationship between anticipated improvements 
in transportation and industrial property rents. 
 
As there is no directly related literature on the relationship between 
improvements in transportation and industrial property rents, the relationship has to be 
estimated and implied from the relevant literature. Studies show that improvements in 
transportation will simply lower transportation costs, which is a factor affecting land 
rents according to land rent theories. While transportation is a factor in industrial 
property rents, land values and land prices, one can expect that anticipated 
improvements in transportation will have some impact on industrial property rents.  
 
Since proximity to transportation infrastructure is crucial in determining the 
effect its improvement will have, the two areas examined in this study are expected to 
undergo different changes as a result of the HZMB. Kwai Chung is relatively closer to 
the landing point of the HZMB on Lantau Island. It is expected to capture the effects 
of improvements in transportation by the HZMB. Here is the first hypothesis:  
 
“Anticipated improvements in transportation offered by the HZMB will tend to raise 
the expected industrial property rents in Kwai Chung” 
 
In order to test this hypothesis, occupants of industrial properties in Kwai Chung 
were asked to give their opinions about the effect of the HZMB on their district and 
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their forecasts about industrial property rents. Questionnaires were used. The data was 
gathered and will be analyzed statistically. 
 
Kwai Chung has closer proximity to the landing point of HZMB than Kwun 
Tong. Previous studies indicate that the effects of improvements in transportation on 
industrial rents are proportional to the distance to that improvement, for example, the 
distance to highways or intersections. The further away the improvement in the 
transport infrastructure, the less the effect on industrial rents. Therefore, the impact of 
the HZMB on expected industrial property rents in Kwai Chung is expected to be 
greater than that in Kwun Tong. The second hypothesis is: 
 
“Anticipated improvements in transportation offered by the HZMB will tend to raise 
the expected industrial property rents in Kwai Chung more than in Kwun Tong.” 
 
This hypothesis is to be tested similar to the first one. The occupants of industrial 
properties in Kwun Tong were asked to give their views on the effect of the HZMB on 
their district and their predictions about future rents. The data was collected in the 
form of questionnaires and will be analyzed later in this dissertation. 
 
 
Details of the Analysis 
 
In order to get the information necessary to demonstrate the effect of 
improvements inn transportation on industrial property rents, the details of analyzing 
the data need to be assessed.  
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Most of the previous literature collected data for a wide range of variables fitting 
into a model. Statistical regression technique is the most common type of analysis 
used to analyze the data. However, a model and the statistical regression technique are 
not suitable for this study. There are two reasons.  
 
First, the wide use of the regression model is due to the fact that the purposes of 
many of these studies are to examine the determinants or factors affecting the property 
values, land values or land prices. The determinants and factors become the 
independent variables that explain the changes of the dependent variable, that is, the 
property values, land values or land prices. Therefore, a model incorporating all the 
variables to be analyzed was needed for these studies. However, in this dissertation, a 
deep and specific, rather than a broad and general, approach has been adopted. The 
objective of this dissertation is not to find determinants. The focus of this dissertation 
is specifically the effect of improvements in transportation on industrial property rents. 
And thus the direct relationship between them is to be examined, instead of an 
indirect method in establishing a regression model. 
 
Another reason is that most of the previous studies collected data with reference 
to past transactions and rental prices of the industrial properties. The physical, 
location and economic characteristics can be figured out with respect to the past 
transactions and rental prices. However, this sort of data is not applicable to this study 
because the improvements in transportation provided by the HZMB apply to the 
future. Unlike McDonald and Osuji (1995) examining the effect of improvements in 
transportation on residential land values two years after the transit line came into 
operation, the HZMB is still in the planning stage. Thus a forecast and anticipation 
approach is used, in the form of questionnaires, rather than using data taken from 
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actual transactions, as in the regression model. 
 
 There may be concerns about the validity of extrapolating information obtained 
from the relatively small numbers of respondents to make predictions about the whole 
population. Rea and Parket (1997) dispel these concerns by stating that the ultimate 
goal of survey research is to allow researchers to generalize about a large population 
by studying only a small portion of that population, it is a matter of the systematic and 
scientific application of the technique to be used in the survey research which 
determines the reliability of the survey. 
 
One may argue about the statistical significance of using questionnaires without 
applying the regression technique. Although regression is not applicable to this study, 
there are a variety of statistical methods for analyzing the data in the questionnaire, 
for example, t test and mean test. The statistical significance of the data in this study 
will be tested with the use of the Statistical Package for the Social Sciences (SPSS), 
which is a primary statistical program capable of processing large amounts of data 
and generating both the very basic and the most highly advanced descriptive and 
analytical statistics and graphics (Rea and Parker 1997). 
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CHAPTER 6 
DATA COLLECTION 
 
 
With respect to the hypotheses listed in the previous chapter, questionnaires were 
used as a method to collect data for this dissertation. The survey aimed to find the 
opinions of the impact of the HZMB on the occupants of industrial properties in Kwai 
Chung and Kwun Tong and their anticipations about the rental price of their own 
district. Several items concerning the data collection will be discussed here. 
 
The method of implementation was a mail-out survey, which was followed up by 
a telephone survey. The questionnaires were mailed to the selected occupants of the 
industrial properties in Kwai Chung and Kwun Tong. All the occupants in these two 
districts are the whole population of the sample, while the selection method was by 
simple random sampling. There was no bias or criteria in the selection from the 
source, which was the telephone directory. However, the respondents had to be 
located in the industrial properties of the two districts and have industrial-related 
businesses like manufacturing, plastic, garments, electronics etc.  
 
The sample sizes of the survey in each district are 100, giving a total sample size 
of 200. The detailed questionnaire was in three sections. Section I was goods delivery 
using cross-boundary roads. Section II was the Hong Kong – Zhuhai – Macau Bridge. 
Section III is the impact of the HZMB on rental prices in the district. The questions in 
the questionnaire were mainly closed-ended and interval scale. The Chinese and 
English versions of the questionnaire are in appendix 1.  
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CHAPTER 7 
DATA ANALYSIS AND EMPIRICAL RESULTS 
 
 
Introduction 
 
Of the 100 questionnaires sent to the occupants of industrial properties in Kwai 
Chung, 35 usable responses were received, and of the other 100 sent to those in Kwun 
Tong, 37, adding together those by mail or by telephone when followed up, which 
give a response rate of 35% and 37% respectively. 
 
The data from the response was organized and will be analyzed with the use of 
SPSS in this chapter. The hypotheses will be tested with t-tests to show the statistical 
significance. The results will be analyzed according to the sequence of questions in 
the questionnaire. The detailed frequency distributions of the questionnaires are 
displayed in the appendix 2, 3 and 4. 
 
 Finally, there will be a summary of findings of all the three sections of the 
questionnaire.  
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Section I – Goods Delivery Using Cross-boundary Roads 
 
 
Q.1 Do their businesses involve using cross-boundary roads to deliver goods to or 
from mainland China? 
 
 
17.1%
82.9%
No
Yes
 
 
Fig. 11. Pie chart of Respondents in Kwai Chung in Q.1 
 
 
21.6%
78.4%
No
Yes
 
 
Fig. 12. Pie chart of Respondents in Kwun Tong in Q.1 
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Q.2 How often are their goods delivered to or from mainland China using 
cross-boundary roads in a month? 
 
 
10.3%
24.1%
48.3%
17.2%
21-30 times
11-20 times
1-10 time(s)
Less than once
 
 
Fig. 13. Pie Chart of Respondents in Kwai Chung in Q.2 
 
 
6.9%
20.7%
51.7%
20.7%
21-30 times
11-20 times
1-10 time(s)
Less than once
 
 
Fig. 14. Pie Chart of Respondents in Kwun Tong in Q.2 
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In both Kwai Chung and Kwun Tong, the percentage of respondents using 
cross-boundary roads in their business is nearly 80%. Of those who do business in 
China and use cross-boundary roads, 48.3% in Kwai Chung and 51.7% in Kwun Tong 
deliver goods to or from Mainland China 1-10 time(s) per month, while the 
frequencies that are less than once or 11-20 times are each around 20%.  
 
 
Q.3 Where do they mainly deliver goods in mainland China? 
 
 
3.4%
3.4%
3.4%
10.3%
31.0%
10.3%
6.9%
6.9%
3.4%
10.3%
3.4%
6.9%
Jiangmem
Shunde
Zhongshan
Guangzhou
Shenzhen
Dongguan
Others
Shantou
Zhaoqing
Huizhou
Foshan
Zhuhai
 
 
Fig. 15. Pie Chart of Respondents in Kwai Chung in Q.3 
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6.9%
3.4%
6.9%
10.3%
27.6%
17.2%
10.3%
3.4%
6.9%
3.4%
3.4%
Jiangmem
Panyu
Zhongshan
Guangzhou
Shenzhen
Dongguan
Others
Zhanjiang
Huizhou
Foshan
Zhuhai
 
 
Fig. 16. Pie Chart of Respondents in Kwun Tong in Q.3 
 
 
The major destination of the respondents’ goods is Shenzhen in both districts; 
31.0% in Kwai Chung and 27.6% in Kwun Tong. While the second most popular 
destination is Dongguan, followed by Guangzhou. The destinations are mainly in the 
Pearl River Delta.  
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Q.4 How long does each delivery normally take? 
 
 
3.4%
3.4%
20.7%
24.1%
24.1%
24.1%
25 hrs or above
21-24 hrs
17-20 hrs
13-16 hrs
9-12 hrs
5-8 hrs
 
 
Fig. 17. Pie Chart of Respondents in Kwai Chung in Q.4 
 
 
3.4%
10.3%
17.2%
24.1%
27.6%
17.2%
25 hrs or above
21-24 hrs
17-20 hrs
13-16 hrs
9-12 hrs
5-8 hrs
 
 
Fig. 18. Pie Chart of Respondents in Kwun Tong in Q.4 
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Q.5 How much does it cost them to deliver goods to or from mainland China per 
month using cross-boundary roads? 
 
 
3.4%
6.9%
20.7%
10.3%
41.4%
17.2%
$130,000 or above
$100,000-$129,999
$70,000-$99,999
$40,000-$69,999
$10,000-$39,999
Less than $10,000
 
 
Fig. 19. Pie Chart of Respondents in Kwai Chung in Q.5 
 
 
3.4%
17.2%
24.1%
34.5%
20.7%
$100,000-$129,999
$70,000-$99,999
$40,000-$69,999
$10,000-$39,999
Less than $10,000
 
 
Fig. 20. Pie Chart of Respondents in Kwun Tong in Q.5 
 
 68
For the length of time taken by goods delivery, most of the respondents in Kwai 
Chung fall into the groups of 5-8, 9-12 and 13-16 hours, while in Kwun Tong, a 
normal single trip usually takes 9-12 or 13-16 hours. For the cost of transportation, 
41.4% of respondents in Kwai Chung spend around $10,000 - $39,999 per month in 
goods delivery, but 20.7% of them have the relatively high cost of around $70,000 - 
$99,999 per month, Kwun Tong is quite similar in that 34.5% of them spend $10,000 
- $39,999 per month in delivering goods to and from Mainland China.  
 
 
Section II – Hong Kong – Zhuhai – Macau Bridge (HZMB) 
 
 
Q.6 Will their companies use the HZMB to deliver goods after it is built? 
 
 
28.6%
71.4%
No
Yes
 
 
Fig. 21. Pie Chart of Respondents in Kwai Chung in Q.6 
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45.9%
54.1%
No
Yes
 
 
Fig. 22. Pie Chart of Respondents in Kwun Tong in Q.6 
 
 
Q.7 How often do they think they will use the HZMB for goods delivery in a month? 
 
 
24.0%
68.0%
8.0%
11-20 times
1-10 time(s)
Less than once
 
 
Fig. 23. Pie Chart of Respondents in Kwai Chung in Q.7 
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5.0%
20.0%
55.0%
20.0%
21-30 times
11-20 times
1-10 time(s)
Less than once
 
 
Fig. 24. Pie Chart of Respondents in Kwun Tong in Q.7 
 
 
71.4% of respondents in Kwai Chung think that they will use the HZMB as a 
means of goods delivery to and from the Mainland. 68% of them think that they will 
use it 1-10 time(s) in a month, while 24% think that they will use it 21-30 times per 
month. In Kwun Tong, the only 54.1% of respondents thinks that they will use the 
HZMB, a figure much lower than that in Kwai Chung. This may due to the fact that 
the landing point of the HZMB is much further from Kwun Tong than from Kwai 
Chung, Some of the Kwun Tong occupants may opt to use the existing three 
boundary crossings at Man Kam To, Lok Ma Chau and Sha Tau Kok to deliver 
goods to places like Shenzhen as that route is shorter than that using the HZMB. 
Therefore, using the existing three boundary crossings is much more practical than 
the HZMB for some industrial firms in Kwun Tong. 
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Q.8 How much time do you expect the HZMB to save on a normal single delivery 
trip? 
 
 
Table 9 
Statistics of Respondents in Q.8 
 
25
10
3.520
3-4 hrs
2.7099
7.3433
.761
.464
20
17
3.525
3-4 hrs
2.6181
6.8546
.721
.512
Valid
Not applicable
N
Mean
Median
Std. Deviation
Variance
Skewness
Std. Error of Skewness
Valid
Not applicable
N
Mean
Median
Std. Deviation
Variance
Skewness
Std. Error of Skewness
Kwai Chung
Kwun Tong
 
 
9-10 hrs
7-8 hrs
5-6 hrs
3-4 hrs
1-2 hrs
Less than 1 hr
No Save
Co
un
t
8
7
6
5
4
3
2
1
0
Their districts
Kwai Chung
Kwun Tong
 
 
Fig. 25. Bar Chart of Respondents in Q.8 
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The statistics of how much time the respondents expect the HZMB can save on a 
normal single delivery trip is shown above. Occupants in industrial properties both in 
Kwai Chung and in Kwun Tong think that the HZMB can save about a mean of 3.5 
hours per trip, although many of them think that the saving in time can be 1-2 hours or 
5-6 hours. The expectation of the time saved is widely spread from less than 1 hour to 
5-6 hours is because they have different destinations in Mainland China. If the 
destinations are located in the north of Hong Kong, including Shenzhen and the 
eastern section of Pearl River Delta, the time saved when using the HZMB will not be 
much. However, if the destinations are located in the west of Hong Kong, including 
Zhuhai, Jiangmen and some other cities in the western of Pearl River Delta, the time 
saved will be much high.  
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Q.9 How many percent of transport cost they think the HZMB can save for them per 
month? 
 
 
Table 10 
Statistics of Respondents in Q.9 
 
25
10
.1632
15%-19%
.08606
.00741
.016
.464
20
17
.1365
10%-14%
.08928
.00797
.436
.512
Valid
Missing
N
Mean
Median
Std. Deviation
Variance
Skewness
Std. Error of Skewness
Valid
Missing
N
Mean
Median
Std. Deviation
Variance
Skewness
Std. Error of Skewness
Kwai Chung
Kwun Tong
 
 
 
30% - 34%
25% - 29%
20% - 24%
15% - 19%
10% - 14%
5% - 9%
Less than 5%
No Save
Co
un
t
7
6
5
4
3
2
1
0
Their districts
Kwai Chung
Kwun Tong
 
 
Fig. 26. Bar Chart of Respondents in Q.9 
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In Q.9, they are asked about how they expect the percentage of their 
transportation cost in delivering goods to and from Mainland China can be saved from 
the use of the HZMB per month. There is a slightly difference between respondents 
from the two districts. The mean of those in Kwai Chung is 0.16, that is, 16% of 
transportation cost can be saved, while those in Kwun Tong has a mean of 0.13, that 
is, 13% of transportation cost can be saved after using the HZMB. The two different 
medians of the statistics also show the slight difference. The difference can be 
explained that the occupants of industrial properties in Kwai Chung is more optimistic 
that the HZMB can solve more money for them as they are relatively close to the 
landing point of the HZMB, while those in Kwun Tong may be uncertain about how 
much the HZMB can really save for them as they are further apart from the landing 
point in Lantau Island. 
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Section III – The Impact on Rental Prices in the District by the HZMB 
 
 
Q.10 What are the monthly rental price per sq. ft. in their companies now? 
 
 
Table 11 
Statistics of Respondents in Q.10 
 
35
0
$7.8786
$7 - $7.9
$1.70269
$2.89916
.869
.398
37
0
$7.7473
$7 - $7.9
$1.68102
$2.82583
.243
.388
Valid
Missing
N
Mean
Median
Std. Deviation
Variance
Skewness
Std. Error of Skewness
Valid
Missing
N
Mean
Median
Std. Deviation
Variance
Skewness
Std. Error of Skewness
Kwai Chung
Kwun Tong
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$12.0 - $12.9
$11.0 - $11.9
$10.0 - $10.9
$9.0 - $9.9
$8.0 - $8.9
$7.0 - $7.9
$6.0 - $6.9
$5.0 - $5.9
$3.0 - $3.9
Co
un
t
14
12
10
8
6
4
2
0
Their districts
Kwai Chung
Kwun Tong
 
 
Fig. 27. Bar Chart of Respondents in Q.10 
 
 
In Q.10, the current rental price per sq. ft. of the occupants was asked. 
Respondents in both districts achieve the median as the range $7 - $7.9. The mean of 
rent of occupants in Kwai Chung is around $7.9 per sq. ft., while that in Kwun Tong 
is around $7.7 per sq. ft. The two figures are close because the rental price of 
industrial properties in Kowloon is about $8.0 per sq. ft., which is higher than those in 
the New Territories and Hong Kong Island (Rating & Valuation Department 2005). 
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Q.11 “Improvements in transportation offered by the HZMB will lead to a rise in the 
rental price of industrial buildings in their district”, do they agree? 
 
 
2.9%
14.3%
20.0%
48.6%
14.3%
Strongly Disagree
Disagree
Neutral
Agree
Strongly Agree
 
 
Fig. 28. Pie Chart of Respondents in Kwai Chung in Q.11 
 
16.2%
29.7%
21.6%
27.0%
5.4%
Strongly Disagree
Disagree
Neutral
Agree
Strongly Agree
 
 
Fig. 29. Pie Chart of Respondents in Kwun Tong in Q.11 
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Here comes to an important question in the questionnaire, that is, their opinions 
on the argument that “improvements in transportation offered by the HZMB will lead 
to a rise in the rental price of the industrial buildings in their district”. In Kwai Chung, 
48.6% of the respondents agree with the argument and 14.3% of them strongly agree 
with it, giving a total of 62.9% of the respondents support the argument. Those 
against the argument are about 17.2%. In Kwun Tong, the percentages of agreement 
and disagreement of the argument are quite close, which achieve 27.0% and 29.7% 
respectively. A total of 32.4% of the respondents support the argument, and a total of 
45.9% of them are against the argument.  
 
A Difference of Proportions Test can be used to test the statistical significance of 
the difference between two groups in support and in against the argument. Rea and 
Parker (1997) point out that “frequently survey data from two groups are analyzed in 
conjunction with proportions and percentages rather than arithmetic mean, this is 
particularly so in cases where ordinal and nominal data are present.” In this question, 
the data set is ordinal, thus a difference of proportions test is suitable to apply. The 
calculated Z is then compared to the same critical Z values as in the Difference of 
Means Test to establish the presence or absence of statistical significance. 
 
The respondents in Kwai Chung are 35 and those in Kwun Tong are 37. On the 
support side, the calculated Z is 2.569, which exceeds the one-tail, 95% critical Z of 
1.645. Because the calculated Z exceeds the critical Z value, it can be concluded that 
the support of the argument from respondents in Kwai Chung is more than those in 
Kwun Tong. On the against side, the calculated Z is 2.61, which also exceeds the 
one-tail, 95% critical Z of 1.64. Therefore, it can be concluded, at a 95% confidence 
level, that respondents in Kwun Tong are against the argument more than those in 
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Kwai Chung. 
 
The statistical results show that a large proportion of occupants in Kwai Chung 
regard the improvements of transportation by the HZMB as a boost to the rental price 
in their district. However, occupants in Kwun Tong have different perceptions. Some 
of the occupants in Kwun Tong think that the HZMB can lead to a rise in the rental 
price but another group of them foresees an entirely opposite picture. It shows that the 
effects of the HZMB on rent are arguable in Kwun Tong. One more point to note is 
that there are a number of occupants in both districts hold neutral on the argument, 
they involve 20% and 21.6% in Kwai Chung and Kwun Tong respectively. The 
reason may be as a result of the uncertainties in the project of the HZMB, the details 
of the proposal have not been disclosed much. They may think that there is not 
enough information for them to either agree or disagree.  
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Q.12 Compared to now, after the announcement of the detailed proposal of the HZMB, 
how many percent do they expect the rental price of industrial buildings in their 
district will rise due to the HZMB? 
 
 
Table 12 
Statistics of Respondents in Q.12 
 
35
0
.0183
0%
.02549
.00065
1.355
.398
37
0
.0035
0%
.01252
.00016
4.577
.388
Valid
Missing
N
Mean
Median
Std. Deviation
Variance
Skewness
Std. Error of Skewness
Valid
Missing
N
Mean
Median
Std. Deviation
Variance
Skewness
Std. Error of Skewness
Kwai Chung
Kwun Tong
 
 
 
5% - 9%Less than 5%No Change
Co
un
t
40
30
20
10
0
Their districts
Kwai Chung
Kwun Tong
 
 
Fig. 30. Bar Chart of Respondents in Q.12 
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3735N =
Kwun TongKwai Chung
Ri
se 
in 
Re
nt
.08
.07
.06
.05
.04
.03
.02
.01
0.00
-.01
 
 
Fig. 31. Boxplot of Respondents in Q.12 
 
For Q.12, the occupants are asked to anticipate the rise of industrial rent in their 
districts following the announcement of the detailed proposal of the HZMB. The 
results are obvious in both districts. About 51.4% and 89.2% of the respondents from 
Kwai Chung and Kwun Tong respectively think that the rent will stay unaffected by 
the announcement of the detailed proposal of the HZMB. 31.4% of those in Kwai 
Chung think that there will be very little impact, less than 5%, on the industrial 
property rent in their district. For Kwai Chung, the mean of the expected rise in rent is 
about 1.8%, while for Kwun Tong, the mean of the expected rise in rent is only about 
0.4%. 
 
The results show that announcement of the detailed proposal of the HZMB does 
not have much impact on industrial rents. It is because the transportation 
infrastructure needs time to complete. It may take a number of years before it opens, 
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the transportation advancement cannot be enjoyed until it really opens. Therefore, the 
market anticipation of the increase in rent is not much. 
 
 
Q.13 Compared to now, after the HZMB is built, how many percent do you expect the 
rental price of industrial buildings in their district will rise due to the HZMB? 
 
 
Table 13 
Statistics of Respondents in Q.13 
 
35
0
.0631
5% - 9%
.05427
.00295
.789
.398
37
0
.0232
0%
.03215
.00103
1.312
.388
Valid
Missing
N
Mean
Median
Std. Deviation
Variance
Skewness
Std. Error of Skewness
Valid
Missing
N
Mean
Median
Std. Deviation
Variance
Skewness
Std. Error of Skewness
Kwai Chung
Kwun Tong
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20% - 24%
15% - 19%
10% - 14%
5% - 9%
Less than 5%
No Change
Co
un
t
20
10
0
Their districts
Kwai Chung
Kwun Tong
 
 
Fig. 32. Bar Chart of Respondents in Q.13 
 
 
3735N =
Kwun TongKwai Chung
Ri
se 
in 
Re
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.3
.2
.1
-.0
-.1
 
 
Fig. 33. Boxplot of Respondents in Q.13 
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Q.13 is about how the occupants anticipate the rent at the time when the HZMB 
is built. In Kwai Chung, the median is 5% - 9% and the mean is 6.3% increase. In 
Kwun Tong, the median is 0% and the mean is 2.3%.  
 
Recall the first hypothesis that anticipated improvements in transportation 
offered by the HZMB will tend to raise the expected industrial property rents in Kwai 
Chung. The statistical significance in the hypothesis is to be tested with the use of 
Paired-Samples T test. It is one of the two main t-tests. Paired-Samples T test is used 
with matched data where the question calls for the repeated measurement of responses 
from the same respondent. It is useful in determining the “before and after” values 
(Miller et al. 2002).  
 
Table 14 
Statistics of Paired-Samples T Test of Respondents in Kwai Chung  
on Q.12 and Q.13 
.0183 35 .02549 .00431
.0631 35 .05427 .00917
Q.12
Q.13
Pair 1
Mean N Std. Deviation Std. Error Mean
 
 
 
 
Table 15 
Correlations of Paired-Samples T Test of Respondents in Kwai Chung  
on Q.12 and Q.13 
35 .295 .085Q.12 & Q.13Pair 1
N Correlation Sig.
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Table 16 
Paired-Samples T Test of Respondents in Kwai Chung on Q.12 and Q.13 
-.0449 .05271 .00891 -.0630 -.0267 -5.034 34 .000Q.12  - Q.13Pair 1
Mean
Std.
Deviation
Std. Error
Mean Lower Upper
95% Confidence Interval
of the Difference
Paired Differences
t df Sig.(2-tailed)
 
 
 
In table 15, the Paired-Samples correlations show that the correlation between 
the responses of the questions is not high, just about 0.295. In table 16, the Paired 
Samples Test presents the findings that: t = -5.034, df = 34, p < 0.001. The mean 
difference between the samples is -0.449 and the t value of -5.034 is smaller than the 
negative value of one-tail, 95% critical t value of 1.645, that is, -1.645. Therefore, the 
null hypothesis can be rejected and the expected rise in rents after announcement of 
detailed proposal of the HZMB is significantly different and smaller than the expected 
rise in rents after the HZMB is built. Therefore, it shows that the expected increase in 
rents will be higher after the HZMB is built and thus the anticipated improvements in 
transportation by the HZMB tend to raise the expected industrial property rents in 
Kwai Chung. The first hypothesis is supported. 
 
It is the second hypothesis which addresses the issue of two different districts 
with their different distances to the landing point of HZMB. It suggests that the 
anticipated improvements in transportation offered by the HZMB will tend to raise the 
expected industrial property rent in Kwai Chung more than in Kwun Tong. The test to 
be used this time is the type of t-test for unmatched data, the Independent-Samples t 
test. This test is used for two distinct categories for the independent variable and one 
dependent variable measured at the interval or ration level. It tests whether the means 
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of the dependent variable for each group defined by the independent variable are 
significantly different (Miller et al. 2002). In this case, the independent variable is the 
location the occupants are located, that is, one group is Kwai Chung and the other 
group is Kwun Tong. The dependent variable is their expected increase in industrial 
property rent after the HZMB is built.  
 
 
Table 17 
Statistics of Independent-Samples T Test on Q.13 
35 .0631 .05427 .00917
37 .0232 .03215 .00529
The district
thKwai
Chung
Kwun
Tong
Q.13
N Mean Std. Deviation Std. Error Mean
 
 
 
 
Table 18 
Independent-Samples T Test on Q.13 
7.312 .009 3.820 70 .000 .0399 .01045 .01907 .06073
3.768 54.632 .000 .0399 .01059 .01868 .06112
Equal
variances
assumed
Equal
variances
not
assumed
Q.13
F Sig.
Levene's Test
for Equality of
Variances
t df
Sig.
(2-tailed)
Mean
Difference
Std. Error
Difference Lower Upper
95% Confidence
Interval of the
Difference
t-test for Equality of Means
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The mean difference between the two groups, Kwai Chung and Kwun Tong, is 
0.0399. Levene’s Test for Equality of Variances, which is the first stage of 
Independent Samples test examining the homogeneity of the variance between the 
two groups, has an p-value of 0.009, which is less than 0.05 (p < 0.05). It is indicated 
that the variances between the two populations are not equal and thus equal variances 
cannot be assumed. For the row of “Equal variances not assumed”, the findings are: t 
= 3.768, df = 54.632, p < 0.001. The t value of 3.768 is larger than the one-tail, 95% 
critical t value of 1.645. Therefore, the null hypothesis can be rejected and it can be 
concluded that a statistically significant difference exists between the group of Kwai 
Chung and the group of Kwun Tong and the former is higher than the latter in terms 
of their occupants’ expectations on the rise in industrial property rent. The anticipated 
improvements in transportation offered by the HZMB tend to raise the expected 
industrial property rent in Kwai Chung more than in Kwun Tong. The second 
hypothesis is also supported. 
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Q.14 Are they willing to pay more rents as a result of their benefits from the HZMB to 
stay in the same district? 
 
 
28.6%
71.4%
No
Yes
 
 
Fig. 34. Pie Chart of Respondents in Kwai Chung in Q.14 
 
 
54.1%
45.9%
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Fig. 35. Pie Chart of Respondents in Kwun Tong in Q.14 
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Q.15 If “yes” in Q.14, how much more rents, in percent, are they willing to pay to 
stay in the same district? 
 
 
Table 19 
Statistics of Respondents in Q.15 
 
25
10
.0860
5% - 9%
.05148
.00265
.778
.464
17
20
.0406
Less than
5%
.03092
.00096
1.275
.550
Valid
Missing
N
Mean
Median
Std. Deviation
Variance
Skewness
Std. Error of Skewness
Valid
Missing
N
Mean
Median
Std. Deviation
Variance
Skewness
Std. Error of Skewness
Kwai Chung
Kwun Tong
 
 
 
20% - 24%
15% - 19%
10% - 14%
5% - 9%
Less than 5%
Co
un
t
12
10
8
6
4
2
0
Their districts
Kwai Chung
Kwun Tong
 
 
Fig. 36. Bar Chart of Respondents in Q.15 
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The last two questions are about the occupants’ willingness in paying more rents 
to stay in the same district as they are in now. 71.4% of the respondents in Kwai 
Chung are willing to pay more rents to stay. Of those whose are willing to pay, the 
mean of the rental percentage they are willing to pay is 0.086, that is, 8.6% of rent, 
and the median is 5% - 9%. While 45.9% of the respondents in Kwun Tong are 
willing to pay more rents to stay. The mean of the rental percentage is 0.04, that is, 
4% of rent, with the median less than 5%. The result seems to suggest that more 
occupants in Kwai Chung would like to afford the higher rent to enjoy the 
advancement of transportation brought from the HZMB. It may due to the closer 
proximity of the HZMB in Kwai Chung that they enjoy.  
 
 For those who chose not to pay more rents to stay in the same district, the major 
reason is that it will be too expensive and heavy for them if there is an increase of rent 
in the future. Some of them stated that they do not expect that the HZMB will lead to 
an increase in the industrial rental price in their districts.  
 
 
Summary of Findings 
 
 This dissertation uses questionnaires to collect data for analysis and testing of the 
significance of the hypotheses. 
 
Part I of the questionnaire gives idea on the general characteristics and 
information of the respondents delivering goods to or from Mainland, for examples, 
their major destinations are Shenzhen and Dongguan, and many of them spend 
$10,000 -$39,999 in delivering goods to or from Mainland China.  
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For part II of the questionnaire, the findings are as follow. There are a relative 
high percentage of occupants in Kwai Chung, 71.4%, think that if the HZMB is built, 
they will use it as a means of delivering goods to or from Mainland China. They 
expect that the HZMB can save 3.5 hours for them and expect to save around 16% of 
their transportation costs. However, in Kwun Tong, only 54.1% of the occupants opt 
to use the HZMB after it is built, although some of them also hold the idea that the 
HZMB can save 3.5 hours for them, they do not expect that the HZMB can save a 
large amount of transportation costs for them, only about 13%. It highlights different 
expectations of the advancement of the HZMB and how it can contribute to them. 
 
Part III of the questionnaire is the main focus of this questionnaire about the 
respondents’ opinions on the expected rise in industrial property rents. A majority of 
about 62.9% of respondents in Kwai Chung supports the argument “improvements in 
transportation by the HZMB will lead to a rise in the rental price of the industrial 
buildings in their districts”. The occupants in Kwai Chung give significantly, at a 95% 
confidence level, more support to the argument than those in Kwun Tong. And for the 
two hypotheses, different t-tests have been carried out to test the significance of the 
two hypotheses, both hypotheses are supported, at a 95% confidence level. They  
suggest that the anticipated improvements in transportation by the HZMB tends to 
raise the expected industrial property rents in Kwai Chung, and the anticipated 
improvements in transportation by the HZMB tends to raise the expected industrial 
property rents in Kwai Chung more than in Kwun Tong. 
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CHAPTER 8 
CONCLUSIONS 
 
 
Conclusions 
 
 This dissertation aims to study the effects of anticipated transportation 
improvement on expected industrial property rent. It has the following objectives: 
1. To review the studies and literature concerning the relationship between 
transportation and industrial rents, values and prices of property and land. 
2. To investigate whether there is a relationship between anticipated improvements 
in transportation and expected industrial rents and its possible effect on the latter. 
3. To determine whether proximity to the transport facility is a factor in 
determining the extent of the effect on expected industrial rents. 
 
After a review of related studies and literature, it was found that the area of 
industrial properties has received little attention, although there is a lot of research on 
industrial sectors. There are some studies examining industrial rents, values and prices 
of property and land. However, their main objective is to find out the determinants of 
this. From the literature, it was found that the studies show the relationship between 
transportation and industrial properties. Transportation is generally regarded as a 
factor in determining the rents, values and prices of industrial property and land. 
 
 It has been established by Haig (1926) and Alonso (1960, 1965) that reduces in 
transportation costs could raise the rents of that piece of land. Since the effects 
improvements in transportation can also be seen in other types of property, such as 
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residential, it is believed that this effect can also be seen in industrial property rents. 
  
 In investigating this relationship and the extents of effects, this dissertation uses 
one piece of transportation infrastructure in Hong Kong, that is, the HZMB, to 
examine its effects on the property rents in two industrial districts, Kwai Chung and 
Kwun Tong. By setting up two hypotheses, this dissertation tries to find out whether 
the improvements in transportation offered by the HZMB will lead the industrial 
property rents in Kwai Chung to be higher, and whether Kwai Chung and Kwun Tong 
will undergo different effects from the anticipated improvements owing to their 
different distances from the most likely landing point of HZMB in Northwest Lantau. 
Instead of using the conventional statistical regression model, which incorporates a 
number of variables and concentrates on finding the determinants, this dissertation 
uses a direct approach using questionnaires obtaining the anticipations of the market 
participants, namely, some occupants of industrial properties in these two districts.  
  
 One important conclusion from this dissertation is that the relationship between 
anticipated improvements in transportation and expected industrial rents can be 
established. The effect is that the anticipated improvements in transportation will lead 
to an expectation of a rise in the future industrial rent. Therefore, the first hypothesis, 
“Anticipated improvements in transportation offered by the HZMB will tend to raise 
the expected industrial property rents in Kwai Chung” is supported. From the 
anticipation of occupants of industrial properties in Kwai Chung, it is at 95% 
confidence level that after the HZMB is built, the expected rents in Kwai Chung will 
rise due to the improvements in transportation offered by the HZMB. It has an 
implication on the future industrial property market on how the industrial rent will 
change when the anticipated improvements in transportation actually happens. 
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 Another vital conclusion of this dissertation is that proximity of the 
improvements in transportation is a factor in determining the extent of the effect on 
expected industrial rents. This is because the second hypothesis that “Anticipated 
improvements in transportation offered by the HZMB will tend to raise the expected 
industrial property rents in Kwai Chung more than in Kwun Tong” is supported. Kwai 
Chung has closer proximity to the landing point of HZMB in Northwest Lantau than 
Kwun Tong. At a 95% confidence level, the occupants in Kwai Chung expect a higher 
increase of industrial rents due to the HZMB than that Kwun Tong. This conclusion 
has an implication that the effect of improvements in transportation on industrial 
property rents is different in locations with different proximities to the improvement. 
The closer proximity to the improvement, the greater the effect on industrial rent. 
 
 It is expected that these conclusions provide useful insights which can help 
forecast the future industrial property market as a result of the effects of the HZMB or 
other transportation infrastructure improvements in Hong Kong or other places. It is 
also expected that this dissertation can help market practitioners including landlords, 
tenants and investors in making decisions on industrial property market. 
 
 
Limitations of Study 
 
 There are several limitations in this dissertation. First, the proposals about the 
HZMB keep changing and the long-awaited detailed proposal still has not been 
released yet. This may make the respondents of the questionnaire uncertain about 
various points. It is not easy for the potential users to estimate accurately how the 
HZMB can benefit them.  
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 Second, the transaction price and the current rental price cannot be used as the 
index or implication to the relationship establishment in this dissertation. Since the 
industrial market is not a very efficient market in responding to any market changes in 
a very short time, the transaction prices and the current rental prices are not showing 
changes due to the proposal of the HZMB. Therefore, they are not suitable to be used 
at this moment. However, transaction prices and current rental prices can be much 
more objective than opinions from occupants of industrial properties. There may be 
bias in the data obtained from questionnaires.  
 
 The last one is that the scope of study is on industrial properties in Kwai Chung 
and Kwun Tong. These two are major industrial districts in Hong Kong. However, the 
data obtained is not really sufficient in terms of quantity, this study uses a relatively 
small sample size. 
 
 Despite the above limitations, this dissertation produces meaningful and 
significant results to show the relationship between improvements in transportation 
sand industrial rents, which is an area receiving extremely little focus.  
 
 
Recommendations for Further Study 
 
 This dissertation is not comprehensive and does not cover the entire story of the 
topics to be examined. There are some recommendations for further study. Firstly, the 
HZMB proposal is still undergoing changes and it is an interesting area to keep track 
on the progress of the infrastructure and study how it will affect the industrial 
property rent in Hong Kong on different timeframe, especially when it opens.  
 
 96
 A wider study involving more districts in Hong Kong would give more data and 
a more comprehensive picture of the effect and relationship. Industrial properties can 
be further defined into warehouses, industrial offices and factories. It could give more 
refined findings. 
  
 Different types of infrastructure in Hong Kong may have different effects on 
industrial properties. Hong Kong has good infrastructure. It is interesting to study 
certain different types of infrastructure and their effect on industrial properties. 
 
 This dissertation gives an insight into the relationship between improvements in 
transportation and industrial properties rents. However, apart from rents, property 
values, land values and land prices may also show the relationship between 
transportation improvement and industrial properties. Like previous studies about the 
determinants of these different aspects of industrial properties, the relationship 
between improvements in transportation and industrial properties can also be studied 
through property values, land values and land prices. 
 
 There are still many aspects of industrial properties which have not been 
investigated yet, for example some physical and economic characteristics like the 
ceiling height, interest rate and government policy. These are the areas which are 
overlooked and can be examined in depth. 
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APPENDIX 1  
QUESTIONNAIRE (ENGLISH VERSION) AND (CHINESE VERSION) 
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APPENDIX 2 
FREQUENCIES DISTRIBUTIONS OF QUESTIONNAIRE SECTION I – 
GOODS DELIVERY USING CROSS-BOUNDARY ROADS 
 
 
Q.1
29 82.9 82.9 82.9
6 17.1 17.1 100.0
35 100.0 100.0
29 78.4 78.4 78.4
8 21.6 21.6 100.0
37 100.0 100.0
Yes
No
Total
Valid
Yes
No
Total
Valid
The district
Kwai Chung
Kwun Tong
Frequency Percent Valid Percent
Cumulative
Percent
 
 
 
 
Q.2
5 14.3 17.2 17.2
14 40.0 48.3 65.5
7 20.0 24.1 89.7
3 8.6 10.3 100.0
29 82.9 100.0
6 17.1
35 100.0
6 16.2 20.7 20.7
15 40.5 51.7 72.4
6 16.2 20.7 93.1
2 5.4 6.9 100.0
29 78.4 100.0
8 21.6
37 100.0
Less than once
1-10 time(s)
11-20 times
21-30 times
Total
Valid
Not ApplicableMissing
Total
Less than once
1-10 time(s)
11-20 times
21-30 times
Total
Valid
Not ApplicableMissing
Total
The district
Kwai Chung
Kwun Tong
Frequency Percent Valid Percent
Cumulative
Percent
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Q.3
2 5.7 6.9 6.9
1 2.9 3.4 10.3
3 8.6 10.3 20.7
1 2.9 3.4 24.1
2 5.7 6.9 31.0
2 5.7 6.9 37.9
3 8.6 10.3 48.3
9 25.7 31.0 79.3
3 8.6 10.3 89.7
1 2.9 3.4 93.1
1 2.9 3.4 96.6
1 2.9 3.4 100.0
29 82.9 100.0
6 17.1
35 100.0
1 2.7 3.4 3.4
1 2.7 3.4 6.9
2 5.4 6.9 13.8
3 8.1 10.3 27.6
5 13.5 17.2 44.8
8 21.6 27.6 72.4
3 8.1 10.3 82.8
2 5.4 6.9 89.7
2 5.4 6.9 100.0
1 2.7 3.4 17.2
1 2.7 3.4 93.1
29 78.4 100.0
8 21.6
37 100.0
Zhuhai
Foshan
Huizhou
Zhaoqing
Shantou
Others
Dongguan
Shenzhen
Guangzhou
Zhongshan
Shunde
Jiangmem
Total
Valid
Not ApplicableMissing
Total
Zhuhai
Foshan
Huizhou
Others
Dongguan
Shenzhen
Guangzhou
Zhongshan
Jiangmem
Zhanjiang
Panyu
Total
Valid
Not ApplicableMissing
Total
The district
Kwai Chung
Kwun Tong
Frequency Percent Valid Percent
Cumulative
Percent
 
 
 
Q.4
7 20.0 24.1 24.1
7 20.0 24.1 48.3
7 20.0 24.1 72.4
6 17.1 20.7 93.1
1 2.9 3.4 96.6
1 2.9 3.4 100.0
29 82.9 100.0
6 17.1
35 100.0
5 13.5 17.2 17.2
8 21.6 27.6 44.8
7 18.9 24.1 69.0
5 13.5 17.2 86.2
3 8.1 10.3 96.6
1 2.7 3.4 100.0
29 78.4 100.0
8 21.6
37 100.0
5-8 hrs
9-12 hrs
13-16 hrs
17-20 hrs
21-24 hrs
25 hrs or above
Total
Valid
99Missing
Total
5-8 hrs
9-12 hrs
13-16 hrs
17-20 hrs
21-24 hrs
25 hrs or above
Total
Valid
99Missing
Total
The district
Kwai Chung
Kwun Tong
Frequency Percent Valid Percent
Cumulative
Percent
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Q.5
5 14.3 17.2 17.2
12 34.3 41.4 58.6
3 8.6 10.3 69.0
6 17.1 20.7 89.7
2 5.7 6.9 96.6
1 2.9 3.4 100.0
29 82.9 100.0
6 17.1
35 100.0
6 16.2 20.7 20.7
10 27.0 34.5 55.2
7 18.9 24.1 79.3
5 13.5 17.2 96.6
1 2.7 3.4 100.0
29 78.4 100.0
8 21.6
37 100.0
Less than $10,000
$10,000-$39,999
$40,000-$69,999
$70,000-$99,999
$100,000-$129,999
$130,000 or above
Total
Valid
99Missing
Total
Less than $10,000
$10,000-$39,999
$40,000-$69,999
$70,000-$99,999
$100,000-$129,999
Total
Valid
99Missing
Total
The district
Kwai Chung
Kwun Tong
Frequency Percent Valid Percent
Cumulative
Percent
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APPENDIX 3 
FREQUENCIES DISTRIBUTIONS OF QUESTIONNAIRE SECTION II – 
HONG KONG – ZHUHAI – MACAU BRIDGE (HZMB) 
 
 
Q.6
25 71.4 71.4 71.4
10 28.6 28.6 100.0
35 100.0 100.0
20 54.1 54.1 54.1
17 45.9 45.9 100.0
37 100.0 100.0
Yes
No
Total
Valid
Yes
No
Total
Valid
The district
Kwai Chung
Kwun Tong
Frequency Percent Valid Percent
Cumulative
Percent
 
 
 
 
Q.7
2 5.7 8.0 8.0
17 48.6 68.0 76.0
6 17.1 24.0 100.0
25 71.4 100.0
10 28.6
35 100.0
4 10.8 20.0 20.0
11 29.7 55.0 75.0
4 10.8 20.0 95.0
1 2.7 5.0 100.0
20 54.1 100.0
17 45.9
37 100.0
Less than once
1-10 time(s)
11-20 times
Total
Valid
Not ApplicableMissing
Total
Less than once
1-10 time(s)
11-20 times
21-30 times
Total
Valid
Not ApplicableMissing
Total
The district
Kwai Chung
Kwun Tong
Frequency Percent Valid Percent
Cumulative
Percent
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Q.8
1 1 2
4.0% 5.0% 4.4%
4 2 6
16.0% 10.0% 13.3%
5 5 10
20.0% 25.0% 22.2%
7 6 13
28.0% 30.0% 28.9%
5 3 8
20.0% 15.0% 17.8%
1 2 3
4.0% 10.0% 6.7%
2 1 3
8.0% 5.0% 6.7%
25 20 45
100.0% 100.0% 100.0%
Count
% within The district
they are located
Count
% within The district
they are located
Count
% within The district
they are located
Count
% within The district
they are located
Count
% within The district
they are located
Count
% within The district
they are located
Count
% within The district
they are located
Count
% within The district
they are located
No Save
Less than 1 hr
1-2 hrs
3-4 hrs
5-6 hrs
7-8 hrs
9-10 hrs
Q.8 How
much time
saved by
HZMB
Total
Kwai Chung Kwun Tong
The district
Total
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Q.9
1 1 2
4.0% 5.0% 4.4%
1 2 3
4.0% 10.0% 6.7%
4 4 8
16.0% 20.0% 17.8%
4 5 9
16.0% 25.0% 20.0%
6 3 9
24.0% 15.0% 20.0%
5 2 7
20.0% 10.0% 15.6%
2 2 4
8.0% 10.0% 8.9%
2 1 3
8.0% 5.0% 6.7%
25 20 45
100.0% 100.0% 100.0%
Count
% within The district
they are located
Count
% within The district
they are located
Count
% within The district
they are located
Count
% within The district
they are located
Count
% within The district
they are located
Count
% within The district
they are located
Count
% within The district
they are located
Count
% within The district
they are located
Count
% within The district
they are located
No Save
Less than 5%
5% - 9%
10% - 14%
15% - 19%
20% - 24%
25% - 29%
30% - 34%
Q.9 How
much cost
savevd by
HZMB
Total
Kwai Chung Kwun Tong
The district
Total
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APPENDIX 4 
FREQUENCIES DISTRIBUTIONS OF QUESTIONNAIRE SECTION III –  
THE IMPACT ON RENTAL PRICES IN THE DISTRICT BY HZMB 
 
 
Q.10
0 1 1
.0% 2.7% 1.4%
4 3 7
11.4% 8.1% 9.7%
6 6 12
17.1% 16.2% 16.7%
10 13 23
28.6% 35.1% 31.9%
9 8 17
25.7% 21.6% 23.6%
2 1 3
5.7% 2.7% 4.2%
1 3 4
2.9% 8.1% 5.6%
2 2 4
5.7% 5.4% 5.6%
1 0 1
2.9% .0% 1.4%
35 37 72
100.0% 100.0% 100.0%
Count
% within The district
they are located
Count
% within The district
they are located
Count
% within The district
they are located
Count
% within The district
they are located
Count
% within The district
they are located
Count
% within The district
they are located
Count
% within The district
they are located
Count
% within The district
they are located
Count
% within The district
they are located
Count
% within The district
they are located
$3.0 - $3.9
$5.0 - $5.9
$6.0 - $6.9
$7.0 - $7.9
$8.0 - $8.9
$9.0 - $9.9
$10.0 - $10.9
$11.0 - $11.9
$12.0 - $12.9
Q.10
The
current
rental
price
Total
Kwai Chung Kwun Tong
The district
Total
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Q.11
5 2 7
14.3% 5.4% 9.7%
17 10 27
48.6% 27.0% 37.5%
7 8 15
20.0% 21.6% 20.8%
5 11 16
14.3% 29.7% 22.2%
1 6 7
2.9% 16.2% 9.7%
35 37 72
100.0% 100.0% 100.0%
Count
% within The district
they are located
Count
% within The district
they are located
Count
% within The district
they are located
Count
% within The district
they are located
Count
% within The district
they are located
Count
% within The district
they are located
Strongly Agree
Agree
Neutral
Disagree
Strongly Disagree
Q.11 Transportation
improvement will
lead to a rise in rent
in the district
Total
Kwai Chung Kwun Tong
The district
Total
 
 
 
 
Q.12
18 33 51
51.4% 89.2% 70.8%
11 3 14
31.4% 8.1% 19.4%
6 1 7
17.1% 2.7% 9.7%
35 37 72
100.0% 100.0% 100.0%
Count
% within The district
they are located
Count
% within The district
they are located
Count
% within The district
they are located
Count
% within The district
they are located
No Change
Less than 5%
5% - 9%
Q.12 How much rent will rise
after annnouncement of
HZMB
Total
Kwai Chung Kwun Tong
The district
Total
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Q.13
7 19 26
20.0% 51.4% 36.1%
7 9 16
20.0% 24.3% 22.2%
12 8 20
34.3% 21.6% 27.8%
7 1 8
20.0% 2.7% 11.1%
1 0 1
2.9% .0% 1.4%
1 0 1
2.9% .0% 1.4%
35 37 72
100.0% 100.0% 100.0%
Count
% within The district
they are located
Count
% within The district
they are located
Count
% within The district
they are located
Count
% within The district
they are located
Count
% within The district
they are located
Count
% within The district
they are located
Count
% within The district
they are located
No Change
Less than 5%
5% - 9%
10% - 14%
15% - 19%
20% - 24%
Q.13 How
much rent
will rise after
HZMB is
built
Total
Kwai Chung Kwun Tong
The district
Total
 
 
 
 
Q.14
25 17 42
71.4% 45.9% 58.3%
10 20 30
28.6% 54.1% 41.7%
35 37 72
100.0% 100.0% 100.0%
Count
% within The district
they are located
Count
% within The district
they are located
Count
% within The district
they are located
Yes
No
Q.14 Whether they are willing
to pay more rents to stay
Total
Kwai Chung Kwun Tong
The district
Total
 
 
 
 
 110
Q.15
5 11 16
20.0% 64.7% 38.1%
11 5 16
44.0% 29.4% 38.1%
6 1 7
24.0% 5.9% 16.7%
2 0 2
8.0% .0% 4.8%
1 0 1
4.0% .0% 2.4%
25 17 42
100.0% 100.0% 100.0%
Count
% within The district
they are located
Count
% within The district
they are located
Count
% within The district
they are located
Count
% within The district
they are located
Count
% within The district
they are located
Count
% within The district
they are located
Less than 5%
5% - 9%
10% - 14%
15% - 19%
20% - 24%
Q.15 How
much more
rents they
are willing
to pay
Total
Kwai Chung Kwun Tong
The district
Total
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